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Abstract: The fare-free public transport policy (FFPT), the characteristic feature of which is abolishing
fares in public transport, influences the transport system in favour of one means of transport.
By joining the academic disputes over the outcomes of the FFPT policy, the aim of this paper is to
understand the effects of the FFPT on overall mobility strategies and on the dynamics of the transport
system where the policy is implemented. To do so, the paper is analysing a concrete example of the
FFPT practice in Frýdek-Místek (Czechia) by conducting surveys with the residents and interviews
with the city planning authorities. The results show that the FFPT influences mobility strategies
and dynamics in the given transport system, which imprints in an increased use of public transport.
However, the FFPT does not represent a universal tool of urban and transport planning and its
implementation into practice should take place in synergy with other transport (dis)incentives.
Keywords: fare-free public transport policy; FFPT; mobility; public transport planning; Czechia
1. Introduction
The undergoing changes as increasing mobility and the growing transport dependency are what
characterises contemporary society. In return, various urban and rural areas face many transport-related
problems arising from the necessity to move in order to participate in various day-to-day activities.
Within academia, as well as various NGOs, public authorities, and civic society have come to a
consensus and by following the paradigm of sustainable mobility [1–3] agree that such a development
will be hardly sustainable in the future, therefore, action has to be taken to break the current
transport patterns [4,5]. The question of which steps should be taken to support the sustainable
development and challenge various transport-related problems, like landscape fragmentation, negative
externalities related to the car usage (e.g., greenhouse emission, noise pollution, traffic congestions,
car accidents) [1,6,7] or social exclusion caused by not possessing an individual means of transport,
the car in particular, and various level of public transport accessibility [8,9], is still a subject of broader
disputes [2,3,5,7,10,11]. It is also well recognised in various policy papers and development strategies,
for example, the Commission Staff Working Document, Accompanying the White Paper-Roadmap to a
Single European Transport Area–Towards a competitive and resource-efficient transport system [12].
To address the issues mentioned above, connected with the ongoing changes in society, like general
growing transport dependency, which is derived from the excessive use of cars, policy planners and
public authorities have at their disposal various instruments to formulate policies and implement a
transport and urban strategy inducing societal changes and supporting the paradigm of sustainable
mobility. The transport and urban research have identified that those instruments could be used
to enhance (1) the shift from the private cars to the public transport, shared-mobility services,
or non-motorised means of transport, (2) urban and transport planning (e.g., establishing zero-emission
and pedestrian zones, designing transport infrastructure to reduce the speed of traffic and increase
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the safety), and (3) adoption of technological innovations (e.g., to modernise the fleet of the public
transport with electric buses, decarbonisation of the transport sector) [7,13–15].
The fare-free public transport policy (FFPT) is one of the instruments which municipalities are
implementing in order to follow the sustainable mobility [16,17]. The term FFPT, the core feature
of which is abolishing fares in public transport, was firstly coined at the end of 1960 [16–20] as a
part of the broader debate how different elements could potentially be a trigger of the modal shift
from private cars to public transport, for example, the price of petrol and fares [20,21]. From that
time, the academic disputes over FFPT have identified what the main drivers are that have already
made more than 90 municipalities around the globe implement the fare-free public transport policy
fully [16,22,23]. FFPT research has also addressed the various economic [24–31], environmental [16,22,32],
socio-spatial [33–39], and political [40–43] implications of the FFPT implementation, as well as exploring
the imprint of the abolished fares on travel behaviour and mobility strategies [31,35,44–46].
The main aim of this article is to examine the effects of the FFPT policy in Frýdek-Místek (Czechia).
By doing so, this article contributes to the FFPT debate, focusing particularly on the issues connected
with the effects of FFPT on mobility strategies and on the dynamics in the transport system where the
fare-free public transport policy is implemented, which is the added value of the research. The reason
this paper explores the imprints of FFPT on the mobility strategies and its impact on transport
development is the fact that the results of the ongoing FFPT debate differ. Thus, shedding more light
on the problematic elements of the FFPT influence on mobility strategies and urban transport dynamics
will help us to fill the gaps in the prevailing FFPT research and to understand whether the fare-free
public transport policy is an efficient tool to increase public transport ridership and reduce extensive
traffic flows or, as proposed by [17,25,37], rather an urban welfare policy advocating social justice
by providing accessibility among urban poor. Additional benefits of such a local scale study are to
provide a deeper understanding of the FFPT which is beneficial not only for the local institutions but
could enhance a more effective decision-making process at a global scale [32,43,47].
In doing so, this paper provides an analysis of a concrete example of the FFPT practice in
Frýdek-Místek (Czechia), which could be achieved by conducting surveys with the residents and
interviews with the city planning authorities to fulfil the main aim of the paper, which is to understand
the effects of FFPT on mobility strategies and on the dynamic of the transport system where the policy
is implemented. After the 1. Introduction, 1.1 The Changing Rationale of the FFPT Experiments is
provided, which is followed by the description of 2.1 The Study Area, 2.2 Methodology, 3. Results,
4. Conclusions and closed with 5. Discussion.
The Changing Rationale of the FFPT Experiments
As mentioned above, the beginning of the fare-free public transport experiments dates back
to the end of 1960s [17–20]. On the whole, ongoing FFPT research has defined the main rationale
underpinning various FFPT practices [16,17,22]. However, the fare-free public transport policy was
initially seen as a tool for attracting car-drivers in order to reduce the excessive use of cars and to
increase the public transport ridership [18–20,24,27,31]. The early investigations of the impact of the
FFPT policy on the modal shift conclude that greater potential to reduce the car-traffic would be
increased prices of petrol [21] rather than abolish fares in public transport. Such conclusions partially
reflected the tradition of the neoclassical paradigm, which in its nature neglects the complex issues of
travel behaviour [48]. This steam of criticism was later supported by the findings of [22,23,34,44,45,49]
who have acknowledged that the adoption of FFPT, on one hand, increases the patronage of the public
transport, but such an increase is caused by additional mobility, which the FFPT policy generates.
This additional mobility, sometimes labelled as “useless” [17,49], is caused by the substitution of trips
which would be covered on foot or by bike. The term “useless” does not refer that such trips do not have
any use, but it refers to the fact that the FFPT policy is not affecting, for example, the shift of car drivers to
public transport. However, the serious weakness of this argument is the methodological inconsistency
of the previously mentioned papers, as they have all pointed out that the ridership increase in the
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public transport occurs mainly due to attracting former public transport users, pedestrians, or cyclists,
with car-drivers being in the minority. The research results of this study shrink this literature gap by
uncovering the influence of FFPT adoption in the study area. To conclude this part, which addresses
the pro-ecological rationale of the FFPT implementation resulting in the reduction of the car-use with
its negative externalities, it has to be acknowledged that the (un)effectivity of the fare-free policy cannot
be studied as a standalone, but in a broader context of the socio-spatial urban development and travel
behaviour [22,32,39,41–43,50,51].
Certain studies have noticed municipalities which are implementing the FFPT policy not in order
to address the environmental issues linked with the growing use of cars and decreasing public transport
ridership, but as a strategical tool reforming the financing of the service of public transport [27,35,39,41]
or to challenge the socio-spatial development issues in metropolitan areas [38]. Reforming the
financing of the public transport results from avoiding the costs related with the tickets agenda (e.g.,
accounting, printing, maintaining or modernising the equipment, ticket controls), which could generate
savings and decrease the operational expenses especially in a small system of public transport [27,52],
and recently those facts underpinned the decision to go fare-free in Olympia (USA) [53]. The fare-free
public transport policy is also used to address the issues of a growing demand for a sufficient public
transport network in dynamically developing metropolitan areas or hinterlands of sub-regional centres
in Poland [38]. FFPT implementation is part of a broader developing strategy of public transport
(e.g., modernization of bus fleet) there, which is aimed at creating an integrated network and ease the
transportation within the area. The study which investigated the case of FFPT in Tallinn has concluded
that providing the fare-free public transport rides only to the residents of Tallinn made its footprint on
the increase in the municipal tax income by motivating the registration of inhabitants as residents of
Tallinn [34,43].
Based on questionable benefits of the FFPT towards supporting the sustainable development
in terms of the car-use reduction, for which neglecting the issues of politically embodied transport
poverty and inequality is typical [10,54,55], new rationale for FFPT adoption emerged recently.
This new rationale understands FFPT not as a tool of the sustainable development to reduce negative
externalities of excessive use of cars, but as an urban welfare policy which is opening our urbanities
equally to everyone, no matter their income, race, gender, ethnicity, social status, place of residence,
or car possession [16,25,33,41,43]. In particular, this is a case of small peripheral settlements in
Poland, which are unattractive for private carriers due to financial instability. The FFPT adoption
in such locations is a tool answering how to provide basic accessibility to those who do not own a
car [38]. It brings FFPT into the debate of whether the service of public transport is (not) a common
good [25,56,57] and whether it should be fully subsidised or based on the liberal principles of the
market economy [28,29,58,59]. The aforementioned debate gained particular momentum during
the COVID-19 pandemic, as noticed by Kębłowski, who has identified more than 90 various public
transport systems all over the world that have implemented the FFPT principles to some extent [60].
The adoption of the fare-free public transport policy is also used for the marketing purposes to
promote the service of the public transport or to support the pro-ecological role of the public transport
in the sustainable development [16,17]. Usually, it occurs during special or time-limited events such as
car-free days, the European mobility week, and other. In the case of the newly established FFPT policy
in Luxemburg this year, Carr and Hesse have noticed that the marketing purpose labelling the FFPT
introduction as a pro-ecological step was a dominant narrative in the governmental statements and in
the media. However, the core reason for FFPT adoption was to address the transport problems [39].
2. Study Area and Methodology
2.1. Study Area
Frýdek-Místek, a town of 55,931 people [61], belongs to the important urban centre located in
a rapidly developing industrial area with many newly established foreign direct investments in the
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field of the automotive industry (e.g., Hyundai and other automotive suppliers), on the southern
outskirts of Ostrava metropolitan region [62], in the east of Czechia, close to the border with Poland.
Frýdek-Místek with its public transportation is part of the integrated public transportation system
of the Moravian-Silesian Region. The fare-free public transport policy was implemented in March
2011 as a reaction to 1) the decline in the public transport ridership and revenues from tickets and
2) the growing traffic in the city centre thanks to the lack of bypass which would divert the traffic flows
from the centre. The FFPT policy was implemented to increase the ridership and effectivity of the
public transport and, at the same time, to offer the residents of Frýdek-Místek benefits due to the lack
of critical infrastructure, which is negatively influencing the quality of life in the studied area, as was
confirmed by the city authorities during the interviews.
Although the initial plan was to implement the FFPT policy only within the municipal district
of Frýdek-Místek, during the policy formulation neighbouring municipalities expressed interest in
being included in the fare-free public transport zone [16]. At present, the FFPT zone covers a total of
19 municipalities (Figure 1), the residents of which may benefit from the free-bus pass. It should be
mentioned that public transport is free only for the residents registered in the FFPT zone who do not
have any debts towards the city. Those residents are obliged to buy annually the fare-free bus pass
(price of the yearly pass: 0.04 euro) so that they can be verified on the board and prove that they can
benefit from the fare-free service. The town of Frýdek-Místek, which is responsible for the organisation
of the public transport within the FFPT scheme, thus has ticket revenues from visitors or people who
decided not to use the free-bus pass, as well as in the form of additional funding from the included
municipalities and from a higher authority (Moravian-Silesian region), while the Frýdek-Místek FFPT
policy has substituted the bus connection organised by the higher authority [16].
As the city authorities confirm, the FFPT implementation together with the ongoing modernisation
of the public transport service (e.g., modern bus fleet, interactive timetables, new bus stops, optimization
of bus-lines) have positively impacted the public transport usage and resulted in the passenger increase.
This supports not only the result of this study, but also the findings of Štraub and Jaroš [16], who also
documented the public transport ridership increase, but have raised their doubts over the ability of the
FFPT concept to reduce the traffic flow and suggested that further research is needed in order to obtain
a detailed evaluation of the FFPT effects on the transport system dynamics.
2.2. Methodology
This research has an exploratory character and is based on the analysis of a concrete FFPT practice
in Frýdek-Místek. To understand the effects of the FFPT on the overall mobility strategies and on the
dynamics of the transport system where the policy is implemented, interviews with city planning
authorities were conducted followed by a survey amongst the residents of the area.
The purpose of the interviews was to get a deeper understanding of the FFPT policy in
Frýdek-Místek. In particular, to uncover the local specifics of the examined transport system,
which help in designing the survey. For that reason, only the local planners and public authorities
were considered for inclusion in this part of the research. Even though the public authorities and
planners are not neutral, meaning they are closely connected with the management of the FFPT policy
in Frýdek-Místek which could affect their responses by simply hiding the truth, the crucial statements
for the study were verified throughout the interviews. In total, 11 interviews with the city planning
authorities (e.g., director of the transport and road management department, city architect) were
conducted in September 2018. The interviews were semi-structured and organised around critical
topics of urban and transport development, as well as mobility patterns of residents. Even though the
purpose of the interviews was solely connected with the survey design, some of the insight of city
planning authorities was used as an additional explanation of the survey findings to provide a full
picture (e.g., the transport system and public transport characteristics in Frýdek-Místek). In such a
case, a clarification to which source (survey/interviews) the findings related to has been made.
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After the interviews, a survey with residents of t study ar a was conducted in the period
between 01 October 2018 and 31 December 2018. The main aim of the survey was to examine the
mobility patterns of the inhabitants in the study area. Voluntary response sampling was used as a
sa pling method for survey proliferation and may not be representative. Only the respondents ho
live in the fare-free public transport zone (Figure 1) were included. The survey was carried out in an
electronic and paper version and was distributed through informational channels of the municipality,
such as informational tables at the townhouse, short video spot in the regional TV, official web-page
of the town or through the Facebook profile, where the direct link to the survey or information
where to find the paper version of the survey were placed. The survey contained 17 closed-ended
questions connected with socio-demographic characteristics of the respondents, travel habits, public
transport, the FFPT concept, and with the quality of the transport system in the study area. In total,
270 questionnaires were collected and analysed where the error margin is 5.95% at the confidence level
of 95%, which is considered to be sufficient for the purpose of this exploratory research.
3. Results
The overall charact istics of the transport s stem and public transport in Frýdek-Místek are
described firstly. The effects of th FFPT are present d in Section 3.1.
Figure 2 demonstrates the primary type of tran port us d by survey respondents. It s ows that
public transport is used by e majority of the respondents as the primary means of transport (45%,
n = 122). The second group is composed of car-drivers who se a car as their primary means of
Sustainability 2020, 12, 9111 6 of 15
transport (34%, n = 91), and co-drivers (3%, n = 9), who also belong into this group. The non-motorised
means of transport such as cycling (3%, n = 9) and walking (11%, n = 29) are the third most common
way of transport in Frýdek-Místek according to the respondents. Trains (4%, n = 10) were chosen by
those respondents who do not live in the Frýdek-Místek and for whom commuting by train is more
convenient than by bus, and this means of transport could be labelled as the least important for the
respondents. The results show that the service of public transport in Frýdek-Místek plays an important
role in the transport system and more detailed look into data (Figures 3 and 4) confirms that such a
trend is an outcome of the FFPT implementation, as documented in [16].
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Even though public transport plays an important role in the Frýdek-Místek transport system
(Figure 2), the central part of the city is still heavily congested. According to the survey, the respondents
agree that although the city-planning authorities try to support the alternative means of transport to
cars (e.g., implementation of the bike-sharing scheme, ongoing modernisation of public transport),
the use of cars together with frequent congestions in the central part of the town are common features
of traffic in Frýdek-Místek. Especially during peak times, as informed by the respondents, there is
no difference in the speed of public transport and cars thus the respondents do not think the town is
addressing this issue effectively. Based on the interviews, the city-planning authorities are aware of
this problem. The absence of the beltway, which would divert the main traffic flow from the city centre,
is worsening the transport planning, as public representatives are afraid to implement more restrictive
measures towards car use knowing there are only a few possible routes to travel through the city and
restricting them would only worsen it.
Focussing on the perception of the qualitative attributes of public transport in Frýdek-Místek
could uncover the positives and negatives of the service. Due to the ongoing modernisation of
the bus fleet in Frýdek-Místek, respondents are generally very satisfied with the quality of public
transport service, especially the safety and cleanliness on the board of the vehicles, accessibility of the
service (bus stops coverage), and the up-to-date informational service. However, the majority of the
respondents negatively perceived the off-peak frequency and comfort on the board of the vehicles
during the peak times or the willingness of the bus drivers to help during extraordinary situations
(e.g., helping with onboarding of people with disabilities, not making stops next to the bus stop
platforms to ease the on/offboarding process). The reduced comfort onboard during the peak times
is also a reflection of the increased ridership, not only due to generally increased demand for the
use of the public transport service during the peak-time but also due to the FFPT implementation.
According to the primary public transport users and car drivers, by exploring the perception of the
public transport attributes, it can be noticed that public transport users are generally more satisfied with
the quality of the service. The car users are more critical towards the public transport service. On the
whole, the discrepancies between the perception of the above-mentioned group are only marginal,
and it is safe to suggest that, besides the off-peak frequency, the comfort onboard during peak times,
and willingness of the staff, the public transport is in good condition. This is also confirmed by the
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primary type of transportation used by survey respondents (Figure 2). As for the interviews, the crucial
problem of public transport is the professionalism of the bus drivers and its unstable quality, which is
caused by frequent fluctuations of the staff according to the public authorities. The public authorities
have indicated that this has a negative influence on the quality of public transport. Another public
transport challenging issue is the timetable and line optimization. The public authorities agree that the
optimization is problematic as people demand better coverage of public transport connections during
off-peak periods (e.g., weekends, evenings).
Examining the public transport quality according to the primary means of transport used for
day-to-day commuting, in the case of this study the public transport users and car-drivers showed
discrepancies. Although the car-drivers use the public transport less frequently than public transport
users, the reasoning behind this reflects mainly pragmatic reasons such as flexibility of a car or time
saved by the use of a car, rather than individual preferences towards the car and the symbolic value car
represents. What the survey also showed is that besides the generally lower use of public transport
by car-drivers than public transport users, the majority of car-drivers own the free-bus pass (Table 1).
The majority of car-drivers think that the use of cars is faster when moving in Frýdek-Místek, which is
in contradiction with what public transport users think. The common feature of public transport
users’ travel pattern is the use of the service for short distances (up to 3 bus stops), as free-bus pass
together with time saved on driving and searching for a parking spot make public transport a perfect
candidate for a daily means of transport. However, car-drivers would rather use public transport to
travel long distances. The different mobility strategies imprint on car-drivers and public transport
users’ expectations towards public transport.
Table 1. The main type of transport used by survey respondents according to the fare-free bus
pass ownership.
Primary Mode of Transport 1
Inhabitants with the Fare-Free
Bus Pas
Inhabitants Without the Fare-Free
Bus Pas
[n] [%] [n] [%]
car–drivers 38 21% 53 62%
car–co-driver 7 4% 2 2%
cycling 6 3% 3 4%
walking 18 10% 11 13%
train 8 4% 2 2%
public transport 108 58% 14 16%
total amount of respondents 185 100% 85 100%
1 The primary mode of transport is based on the survey. Respondents were choosing the transport mode they are
using mainly.
3.1. The Effects of the FFPT Policy
It is already well documented that the FFPT implementation was followed by an increase in
ridership from 3.802 mil passengers in 2010 (the year before the FFPT was introduced) to 6.9 mil
passengers in 2017 [16]. However, the insight on how many people have started using public transport
more frequently because of the fare-free scheme and whether the free-bus pass has triggered a modal
shift from cars to public transport remained unknown. The added value of the research is that the
conducted survey provides valuable insight uncovering the influence of FFPT adoption. As it is
demonstrated in Figure 3, the majority of the respondents (n = 108) were using public transport before
the FFPT was launched and do not think that the implementation had changed their mobility strategies.
Out of them, the majority (59%) are public transport users and the rest is equally distributed among
the group of car-drivers (20%) and others (21%; cyclists, pedestrians, train, co-drivers). Knowing that
one might conclude that the quality of the service before the FFPT implementation was at a good level.
The second biggest group of the survey participants are those respondents who have stated that thanks
to the fare-free bus pass they have started to use public transport more frequently (n = 102). Out of
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this group, the public transport users represent the largest segment (58%) followed by car-drivers
(20%) and others (21%, cyclists, pedestrians, train, co-driver). It confirms the results of the previous
FFPT studies, in particular, the fact that the implementation of the FFPT generates more frequent
usage of public transport (Figure 4) by the former public transport users and its substitutional effect
on pedestrians and cyclists. Nevertheless, the increase in public transport ridership is also caused by
the shift from cars to public transport, which is true for 8% of all car drivers taking part in the survey.
Those respondents (n = 51) who were using public transport neither before nor after the FFPT was
launched are represented by car-drivers (80%) and others (20%, cyclists, pedestrians, train, co-driver).
The last group of respondents are those who have stopped using public transport after the FFPT was
implemented (n = 9). On the whole, it is natural that the modal split of the survey respondents is
diversified. Even though public transport plays a crucial role in the Frýdek-Místek transport system,
there are users who prefer different transport options reflecting their needs and preferences. It is
important to underline that such preferences towards individual means of transport, according to the
survey, are underpinned mainly by pragmatic reasons, such as their flexibility and speed, rather than
their symbolic value.Sustainability 2020, 12, x FOR PEER REVIEW 9 of 15 
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The implementation of the FFPT policy, as mentioned above, resulted in a ridership increase as it
attracts new users and generates new travels. Fro Figure 4, it is possible to see that those who own the
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free-bus pass use public transport more frequently than those who do not. In Table 1, it is possible to
see the composition of respondents with/without the fare-free bus pass according to the primary means
of transport used by the survey respondents. Unsurprisingly, the majority of the respondents with the
fare-free bus pass are the public transport users (n = 108) followed by car-drivers (n = 38) as the second
biggest group, with the other means of transport being in the minority (see Table 1). From those who do
not own the fare-free bus pass, the car-drivers (n = 53) are the largest group and public transport users
(n = 15) are the second biggest group, followed by the other means of transport (see Table 1). In general,
the residents with the fare-free bus pass prevail in the survey. As is indicated by the respondents,
new travels are generated because those respondents who possess the fare-free bus pass are using
public transport mainly to travel on short distances (up to 3 stops). Also, the new travels are partly
generated by the substitution of walking and cycling by public transport (Figure 3). The substitution
of walking and cycling together with using public transport more frequently demonstrates the new
travels generated by the FFPT policy. As the fare-free public transport zones also cover rural and
touristic hinterland of Frýdek-Místek, some respondents claim that they are using public transport to
reach the places connected with the leisure activities. However, this type of travels is limited due to
the availability and frequency of public transport connections.
Another part of the survey focuses on various characteristics of public transport, such as travel-time
(speed), frequency, safety, comfort on the board, feasibility, accessibility, and price. The survey
respondents sorted those characteristics according to the most important to the least important by
grading them on the scale from 1 to 7 (each factor has a unique grade for each respondent). This allows
for presenting the results in the form of a pyramid (Figure 5), where the order of the factors in the
pyramid demonstrates its influence on the respondents’ attitudes towards the public transport service
in Frýdek-Místek and partially reflect the quality of the transport system in the city. Those factors,
which are at the top of the pyramid were graded as the least important and those at the bottom of
the pyramid as the most important. It shows that price represents a strong element in respondents’
attitudes, but due to the fare-free bus pass, it is not taken into a consideration. What turned out to be
crucial for the respondents was safety, travel-time (speed), and frequency. The order of the pyramid
demonstrates the quality of the public transport service in Frýdek-Místek, where the high priority
of safety results from the dissatisfaction with the professionalism of the bus drivers, which was also
confirmed by the policy-planning authorities during interviews, and increasing traffic intensity in the
city centre. The position of travel time (speed) and frequency reflects the problematic traffic situation
in Frýdek-Místek. It suggests that the travel time in a frequently congested town is an important
element of the decision-making process and the respondents are making their decisions based on what
is currently the fastest option making it possible to get from point A to B. The position of attributes
such as comfort, feasibility, and accessibility in the pyramid suggests that the public transport service
in Frýdek-Místek is a reliable travel alternative offering good conditions. It also confirms the stance
of [16] and public authorities who stated during the interviews that the public transport service is
being frequently modernised.
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4. Conclusions
The FFPT policy implementation in Frýdek-Místek results in increasing public transport ridership,
which this study confirms. According to the survey, the increased ridership is caused mainly by more
frequent use of public transport by former public transport users, the substitution of the walking and
cycling by public transport, and also by motivating car-drivers to shift from car to public transport.
The FFPT policy is thus a suitable instrument which is changing the mobility strategies.
This study suggests that those respondents who possess the fare-free bus pass are using public
transport more frequently than those who do not own the fare-free bus pass (Table 1, Figure 4).
In particular, using public transport for shorter distances (up to 3 bus stops) is the new pattern of
public transport users in the system with the FFPT. Also, the public transport with the fare-free bus
pass might be attractive for those, who would rather walk or ride a bike which results in growing
share of public transport users and lowering the share of pedestrians and cyclist in the Frýdek-Místek.
The primary type of transport, according to survey respondents, supports this suggestion as 45% of
the respondents are public transport users, with 3% as cyclists and 11% as pedestrians (see Figure 2).
The public transport in Frýdek-Místek has a potential to increase the ridership in off-peak periods since
the fare-free public transport zones also cover the rural hinterland of the city, reaching environmental
landmarks where leisure activities are taking place or providing an evening connection between the city
centre and settlements in the hinterland. The demand for such a connection exists but current public
transport availability limits it. As confirmed during the interviews, the city authorities are aware of this
problem and are searching for a solution to better public transport optimization in off-peak periods.
Surveys also uncover the sketch of respondents’ attitudes toward public transport in the FFPT
system (Figure 5). The price does not represent an important element in the decision-making process for
this study respondents, but safety, travel-time (speed), and public transport frequency does. The reason
why safety plays an important role is due to dissatisfaction with the professionalism of the bus drivers.
This was also mentioned during the interviews with the policy-planning authorities, and as they have
suggested, it is a result of staff fluctuation. The travel-time (speed) together with the public transport
frequency might reflect the problematic traffic situation in the congested city centre or potential gaps
in the timetables, which might be an important, especially during the off-peak periods.
As this study shows, the FFPT turned out to be a suitable transport policy to increase public
transport ridership and to motivate car-drivers to shift from car to public transport. As is indicated
from the results, there are car drivers who completely shifted to public transport or at least own the
fare-free bus pass. On the whole, the FFPT policy alone is not efficient enough to reduce the traffic
flows and solve the problems with traffic congestions.
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5. Discussion
The problem of the sustainable development of urban transport systems results from the growing
mobility and transport demands of the society, which frequently constitutes a subject of disputes
among scholars or policy-makers. As a result of this study, it was found that the implementation of
the fare-free public transport policy represents an incentive changing the ongoing mobility strategies
and generating new ones. Although there is a consensus in the academic debate that people prefer
using non-motorised means of transport when travelling short distances, like doing groceries, visiting
a doctor, etc. [63], this is not true for the systems with abolished fares, which is an added value of
the research. In cases where people have an option to use the free-bus pass, like in Frýdek-Místek,
walking and cycling are being substituted by public transport, which confirms the findings of [34,49].
According to the critics of FFPT, this substitutional effect generates useless mobility which lowers
the rationality of FFPT adoption [17,18]. However, it has to be kept in mind that the substitution of
walking and cycling is reducing the risk of road accidents [49], which in the case of collision between a
pedestrian or a cyclist with a car is usually in favour of the car. Increasing safety on the roads is thus a
positive effect of FFPT in transport systems with increased car traffic as is the one in Frýdek-Místek.
Yet, the policy planning authorities have to ask themselves a more fundamental question, whether
FFPT adoption is the best solution to increase safety on the roads.
Coming back to the previously mentioned substitutional effect of the FFPT in regard to walking
and cycling, the implementation does not mean people will use it only to travel on short distances.
By supporting the views of De Witte et al. [64], the results of this study survey show that people are
also using public transport to reach the places where they undertake their leisure activities, as the
fare-free zone in Frýdek-Místek covers not only the urban area of the town but also its rural hinterland.
However, in the case of Frýdek-Místek, people are limited by the offer of line connections to such places,
which shows the public authorities a possible direction for improvement of the public transport service.
The result of the survey agrees with [16,17,22,23] that FFPT is a suitable tool for increasing public
transport ridership. The uncovered modal split of new public transport users who have started using
the service after FFPT implementation confirms that the fare-free bus pass encourages mainly former
public transport users, but also car drivers. Even though the car drivers are a minority among new
public transport users, similar to the results of Cats et al. [34] or Storchmann [49], the added value of
the study is that the survey uncovers that 41% of car drivers own the fare-free bus pass, which is a
positive finding. As the results of this survey show, those who have the fare-free bus pass use public
transport more frequently than those who do not. The FFPT project in Frýdek-Místek is thus attracting
car drivers, however, the decrease in the traffic flows is not occurring. Currently, it is important for
the city-planning authorities to better understand the needs of car drivers because, as is indicated
in work of Thøgersen [44], Redman et al. [65], and other studies focusing on travel behaviour of
car-drivers [45,46,66,67], drivers who have experienced the fare-free public transport are more likely to
change their travel behaviour. Knowing their needs would help to accommodate such a trend in the
long-term and would get the Frýdek-Místek transport system closer to its sustainable development.
The fact that the symbolic value of a car or lifestyle connected with car ownership constitutes minor
reasons for driving a car among the respondents of the survey, confirming the findings of De Witte
et al. [64], which is in favour of such a trend developing in Frýdek-Místek in author’s opinion.
Although FFPT increases public transport ridership, it does not mean that public transport will
be used by everyone. The results of the study indicate that there are other transport alternatives in
Frýdek-Místek, which people are satisfied with, even though the situation in the transport system of the
town is problematic. Due to mobility strategies being connected to the purpose of the journey [64], it may
be naturally necessary for someone to use a different means of transport in a given situation, rather than
using public transport. Moreover, according to the study, there are places within Frýdek-Místek where
the accessibility by public transport or other means of transport differs, especially due to congestions
in the central part of the town, which also leaves an imprint on the mobility strategies chosen by the
survey respondents.
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Another added value of this study is the notion of how the fare-free bus pass has changed the way
how the respondents perceive public transport attributes. Unsurprisingly, in the case of Frýdek-Místek,
prices of the public transport tickets are not important for the respondents, which confirms the overall
key role of the price in the decision-making process, as illustrated by Redman et al. in the literature
review on quality attributes of public transport [65]. The attributes which have turned out as a crucial
in Frýdek-Místek are safety, travel time (speed), and public transport frequency, which, in author’s
opinion, is a reflection of the traffic situation in the town. It is true that the city planning authorities
have succeeded in the ridership increase in public transport. Currently, it is important to focus on other
attributes of public transport in order to increase the satisfaction of the residents of Frýdek-Místek
with public transport, follow the ridership increase, in the long-term horizon or at least to preserve
the ongoing modal-split, where public transport plays an essential role and is an important goal for
enhancing the sustainable development.
When it comes to the intentions of the city-planning authorities to reduce the car traffic in the
central part of the town by implementing the fare-free principles, the study shows that although FFPT
encourages more drivers to use the public transport service, the traffic intensity remains the same. This is
due to the lack of transport infrastructure, which would divert the transit mainly from the city centre.
The fare-free public transport policy is only one tool out of a plethora of other transport (dis)incentives,
which policy planners could use for transport and urban planning to promote sustainable development.
Various urban and transport problems require different solutions, which should respect the complexity
of the problem. FFPT, as the study indicates, is a suitable tool for improving the mobility of citizens
and increasing the ridership in public transport, however, it is not enough to address the system-wide
problems, such as missing transport infrastructure with growing car-use.
Although the intentions to implement FFPT in Frýdek-Místek reflect the willingness of the
city-planning authorities to increase the quality of life of the residents, the transport-oriented approach
consisting in addressing public transport ridership and increasing traffic flows prevails. The question
of whether the fare-free public transport policy is also used to address the social issues so that the issue
of sustainable development can be fully covered remains without an answer. Knowing the fact that
only the residents without a debt towards the municipality can obtain the fare-free bus pass, further
research should explore if and how FFPT adoption tackles the empowerment of mobile wealthy and
immobile poor [10].
Funding: This research was funded by The Doctoral School of Social Science and the Priority Research Area Society
of the Future under the program “Excellence Initiative – Research University” at the Jagiellonian University, Cracow.
Conflicts of Interest: The authors declare no conflict of interest.
References
1. Banister, D. The sustainable mobility paradigm. Transp. Policy 2008, 15, 73–80. [CrossRef]
2. Holden, E.; Banister, D.; Gössling, S.; Gilpin, G.; Linnerud, K. Grand Narratives for sustainable mobility:
A conceptual review. Energy Res. Soc. Sci. 2020, 65, 101454. [CrossRef]
3. Hull, A. Policy integration: What will it take to achieve more sustainable transport solutions in cities?
Transp. Policy 2008, 15, 94–103. [CrossRef]
4. Hill, N.; Brannigan, C.; Smokers, R.; Schroten, A.; van Essen, H.; Skinner, I. EU Transport GHG: Routes to 2050;
European Comission: Brussels, Belgium, 2020.
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17. Kębłowski, W. Why (not) abolish fares? Exploring the global geography of fare-free public transport.
Transportation 2019, 47, 1–29. [CrossRef]
18. Baum, H.J. Free public transport. J. Transp. Econ. Policy 1973, 7, 3–19.
19. Scheiner, J.I.; Starling, G. The political economy of free-fare transit. Urban Aff. Q. 1974, 10, 170–184. [CrossRef]
20. Studenmund, A.H.; Connor, D. The free-fare transit experiments. Transp. Res. Part A Gen. 1982, 16, 261–269.
[CrossRef]
21. Cervero, R. Transit pricing research. Transportation 1990, 17, 117–139. [CrossRef]
22. Fearnley, N. Free fares policies: Impact on public transport mode share and other transport policy goals.
Int. J. Transp. 2013, 1, 75–90. [CrossRef]
23. Hess, D.B. Decrypting fare-free public transport in Tallinn, Estonia. Case Stud. Transp. Policy 2017, 5, 690–698.
[CrossRef]
24. Bly, P.H.; Oldfield, R.H. The effects of public transport subsidies on demand and supply. Transp. Res. Part A
Gen. 1986, 20, 415–427. [CrossRef]
25. Dellheim, J.; Prince, J. Free Public Transportation: And Why We Don’t Pay to Ride Elevators; Black Rose Books:
Montreal, QC, Canada, 2018; ISBN 9781551646572.
26. van Goeverden, C.; Rietveld, P.; Koelemeijer, J.; Peeters, P. Subsidies in public transport. Eur. Transp.
Trasp. Eur. 2006, 47, 5–25.
27. Hodge, D.C.; Orrell, J.D., III; Strauss, T.R. Fare-Free Policy: Costs, Impacts on Transit Service, and Attainment of
Transit System Goals; Final Report; Washington State Department of Transportation: Seattle, WA, USA, 1994.
28. Perone, J.S. Advantages and Disadvantages of Fare-Free Transit Policy; National Centre for Transportation
Research: Tampa, FL, USA, 2002.
29. Volinski, J. Implementation and Outcomes of Fare-Free Transit Systems; Transportation Research Board:
Washington, DC, USA, 2012; ISBN 978-0-309-22361-4.
30. Grzelec, K.; Jagiełło, A. The effects of the selective enlargement of fare-free public transport. Sustainability
2020, 12, 6390. [CrossRef]
31. Hay, A. The impact of subsidised low-fare public transport on travel behaviour. Environ. Plan. C Gov. Policy
1986, 4, 233–246. [CrossRef]
32. Brand, R. Co-evolution of technical and social change in action: Hasselt’s approach to urban mobility.
Built Environ. 2008, 34, 182–199. [CrossRef]
33. Brie, M. Private E-car vs. public transport for free–Real dystopia vs. concrete utopia. In Just Mobility–Postfossil
Conversion and Free Public Rransport; Rosa Luxemburg Foundation: Berlin, Germany, 2012.
34. Cats, O.; Susilo, Y.O.; Reimal, T. The prospects of fare-free public transport: Evidence from Tallinn.
Transportation 2016, 44, 1083–1104. [CrossRef]
35. De Witte, A.; Macharis, C.; Lannoy, P.; Polain, C.; Steenberghen, T.; Van de Walle, S. The impact of “free”
public transport: The case of Brussels. Transp. Res. Part A Policy Pract. 2006, 40, 671–689. [CrossRef]
36. Larrabure, M. The struggle for the new commons in the Brazilian free transit movement. Stud. Political Econ.
2016, 97, 175–194. [CrossRef]
Sustainability 2020, 12, 9111 14 of 15
37. Schein, R. Free transit and social movement infrastructure: Assessing the political potential of Toronto.
Altern. Routes A J. Crit. Soc. Res. 2011, 22, 115–122.
38. Štraub, D. Riding without a ticket: Geography of free fare public transport policy in Poland. Urban Dev.
Issues 2019, 64, 17–27. [CrossRef]
39. Tuisk, T.; Prause, G. Socio-economic aspects of free public transport. Lect. Notes Netw. Syst. 2019, 68, 3–13.
40. Carr, C.; Hesse, M. Mobility policy through the lens of policy mobility: The post-political case of introducing
free transit in Luxembourg. J. Transp. Geogr. 2020, 83, 102634. [CrossRef]
41. Gabaldón-Estevan, D.; Orru, K.; Kaufmann, C.; Orru, H. Broader impacts of the fare-free public transportation
system in Tallinn. Int. J. Urban Sustain. Dev. 2019, 11, 332–345. [CrossRef]
42. Galey, D. License to ride: Free public transportation for residents of Tallinn. Crit. Plan. 2014, 21, 19–33.
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60. Kębłowski, W. Fare-Free Public Transport/Covid-19. Available online: https://docs.google.com/spreadsheets/
d/1f9AGY0kNqvq9qtpXAqdKEtR4mEuVRrSZI9fxtXtRg0A/edit#gid=0 (accessed on 13 July 2020).
61. Population of the Czech Republic; Czech Statistical Office: Prague, Czechia, 2019.
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